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1
DUAL DATA RATE TRACTION CONTROL
SYSTEM FOR A FOUR WHEEL DRIVE
ELECTRIC VEHICLE

CROSS-REFERENCE TO RELATED
APPLICATION

This application is a continuation-in-part of U.S. patent
application Ser. No. 14/723,533, filed 28 May 2015, the
disclosure of which is incorporated herein by reference for
any and all purposes.

FIELD OF THE INVENTION

The present invention relates generally to an electric
vehicle and, more particularly, to a traction control system
that takes advantage of the rapid torque response available
from an electric motor to send torque to the axle that has
traction.

BACKGROUND OF THE INVENTION

In response to the demands of consumers who are driven
both by ever-escalating fuel prices and the dire conse-
quences of global warming, the automobile industry is
slowly starting to embrace the need for ultra-low emission,
high efficiency cars. While some within the industry are
attempting to achieve these goals by engineering more
efficient internal combustion engines, others are incorporat-
ing hybrid or all-electric drive trains into their vehicle
line-ups. To meet consumer expectations, however, the
automobile industry must not only achieve a greener drive
train, but must do so while maintaining reasonable levels of
performance, range, reliability, and cost.

In recent years, electric vehicles have proven to be not
only environmentally friendly, but also capable of meeting,
if not exceeding, consumer desires and expectations regard-
ing performance. While early electric vehicles used DC
motors in order to achieve the variable levels of speed and
torque required to drive a vehicle, the advent of modern
motor control systems have allowed AC motors to deliver
the same level of performance while providing the many
benefits associated with AC motors including small size, low
cost, high reliability and low maintenance.

In addition to its many other beneficial characteristics, an
electric motor is capable of providing a high starting torque
and then rapidly modifying the developed torque as needed.
For example, while an internal combustion engine (ICE)
typically requires approximately 250 milliseconds to change
its torque delivery, an electric traction motor is generally
capable of changing its torque level in 10 milliseconds or
less. As a result, electric motors hold the promise of greatly
improved traction control over that achievable in an ICE-
based vehicle. Unfortunately, as the wheel speed informa-
tion used for traction control was developed based on the
capabilities of ICE-based vehicles, this information is not
updated at a high enough rate to take advantage of the
capabilities of an electric traction motor.

A variety of approaches have been taken to try and utilize
the capabilities of electric motors in the traction control
system of an electric car. For example, U.S. Pat. No.
7,739,005 discloses an approach based on a conventional
one motor per axle implementation that utilizes a low
frequency controller (i.e., the first stage of a traction and
stability control unit) in series with a high frequency con-
troller (i.e., the second stage of the traction and stability
control unit). The low frequency controller attempts to keep
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2

a constant slip rate between the tractive wheels and the
vehicle speed while the high frequency controller attempts
to limit sudden changes in motor speed. Although the
disclosed controller is capable of sending torque to the axle
that has the most traction, it unfortunately relies on a PI
controller or another controller with a memory, either of
which adds a delay in the system response. As a result of the
added delay, the system behavior appears less natural and
more intrusive to the driver.

Accordingly, what is needed is a traction control system
that can take advantage of the electric motor’s fast response
while relying on low frequency wheel signals, e.g., the
wheel signals supplied by an ABS controller. The controller
should also minimize system delays, thereby insuring a
natural feeling control system. The present invention pro-
vides such a control system.

SUMMARY OF THE INVENTION

The method of the present invention provides traction
control in an electric vehicle, where the electric vehicle is
comprised of a first motor coupled to a first axle via a first
locking differential and a second motor coupled to a second
axle via a second locking differential, and where the method
includes the steps of (i) monitoring a plurality of wheel
speed sensors (e.g., ABS wheel speed sensors) correspond-
ing to a plurality of vehicle wheels; (ii) determining a
maximum wheel speed corresponding to the plurality of
vehicle wheels; (iii) determining a minimum wheel speed
corresponding to the plurality of vehicle wheels; (iv) deter-
mining a first maximum motor speed and a first minimum
motor speed corresponding to the first motor, where the first
maximum motor speed and the first minimum motor speed
are based on the maximum wheel speed and the minimum
wheel speed and a first slip speed map; (v) determining a
second maximum motor speed and a second minimum
motor speed corresponding to the second motor, where the
second maximum motor speed and the second minimum
motor speed are based on the maximum wheel speed and the
minimum wheel speed and a second slip speed map; (vi)
determining a torque distribution between the first axle and
the second axle; (vii) determining a modified first motor
torque demand corresponding to the first motor, where the
modified first motor torque demand is based on the first
maximum motor speed, the first minimum motor speed, a
first motor speed and the torque distribution; and (viii)
determining a modified second motor torque demand cor-
responding to the second motor, where the modified second
motor torque demand is based on the second maximum
motor speed, the second minimum motor speed, a second
motor speed and the torque distribution.

The step of determining the first maximum and minimum
motor speeds may include the steps of (i) monitoring a first
torque value corresponding to the first motor; (ii) selecting
a first synchronized wheel speed from the maximum and
minimum wheel speeds, where the minimum wheel speed is
selected as the first synchronized wheel speed if the first
torque value for the first motor is positive, and where the
maximum wheel speed is selected as the first synchronized
wheel speed if the first torque value for the first motor is
negative; (iii) multiplying the first synchronized wheel speed
by a first transmission ratio to yield a first synchronized
motor speed, where the first transmission ratio corresponds
to the first locking differential, and where the first synchro-
nized motor speed is at a first sample frequency (e.g., 100
Hz); (iv) translating the first synchronized motor speed to a
second synchronized motor speed, where the second syn-
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chronized motor speed is at a second sample frequency (e.g.,
1000 Hz), and where the second sample frequency is higher
than the first sample frequency; and (v) defining the first
maximum motor speed and the first minimum motor speed
from the second synchronized motor speed and the first slip
speed map. Similarly, the step of determining the second
maximum and minimum motor speeds may include the steps
of (i) monitoring a second torque value corresponding to the
second motor; (ii) selecting a second synchronized wheel
speed from the second maximum and second minimum
wheel speeds, where the second minimum wheel speed is
selected as the second synchronized wheel speed if the
second torque value for the second motor is positive, and
where the second maximum wheel speed is selected as the
second synchronized wheel speed if the second torque value
for the second motor is negative; (iii) multiplying the second
synchronized wheel speed by a second transmission ratio to
yield a third synchronized motor speed, where the second
transmission ratio corresponds to the second locking differ-
ential, and where the third synchronized motor speed is at a
third sample frequency (e.g., 100 Hz); (iv) translating the
third synchronized motor speed to a fourth synchronized
motor speed, where the fourth synchronized motor speed is
at a fourth sample frequency (e.g., 1000 Hz), and where the
fourth sample frequency is higher than the third sample
frequency; and (v) defining the second maximum motor
speed and the second minimum motor speed from the fourth
synchronized motor speed and the second slip speed map.
The method may further include the steps of defining the
first slip speed map, where the first slip speed map defines
a first maximum acceptable wheel slip, and defining the
second slip speed map, where the second slip speed map
defines a second maximum acceptable wheel slip. The first
synchronized motor speed may be translated to the second
synchronized motor speed by interpolating the first synchro-
nized motor speed and generating the second synchronized
motor speed. Similarly, the third synchronized motor speed
may be translated to the fourth synchronized motor speed by
interpolating the third synchronized motor speed and gen-
erating the fourth synchronized motor speed. The first and
second transmission ratios may be the same, and the first and
second slip speed maps may be the same.

The step of determining the torque distribution between
the first and second axles may include the steps of (i)
determining a torque request; (ii) determining an initial first
motor torque demand and an initial second motor torque
demand based on the torque request and a predefined torque
split map; (iii) determining a slip ratio between the first axle
and the second axle; (iv) determining an optimized torque
split from the slip ratio and a predefined torque split offset
map; and (v) determining a current first motor torque
demand and a current second motor torque demand based on
the torque request and the optimized torque split.

The step of determining the modified first motor torque
demand may include the steps of (i) inputting the first
maximum motor speed, the first minimum motor speed, and
the first motor speed corresponding to the first motor into a
traction controller (e.g., a simple proportional controller, a
non-linear controller, etc.); (ii) determining a first motor
speed error from the first maximum motor speed and the first
motor speed; (iii) determining a second motor speed error
from the first minimum motor speed and the first motor
speed; (iv) saturating the first and second motor speed errors
to obtain first and second motor speed error correction
values; (v) selecting a first particular motor speed error
correction value from the first and second motor speed error
correction values; (vi) feeding the first particular motor
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speed error correction value to the traction controller; (vii)
creating a first torque command that brings the first particu-
lar motor speed error correction value to zero; and (viii)
modifying the current first motor torque demand by the first
torque command to yield the modified first motor torque
demand. The step of selecting the first particular motor
speed error correction value may include the step of deter-
mining if the current first motor torque demand is positive or
negative, wherein if the current first motor torque demand is
positive then the first particular motor speed error correction
value corresponds to the first motor speed error correction
value, and wherein if the current first motor torque demand
is negative then the particular motor speed error correction
value corresponds to the second motor speed error correc-
tion value.

Similarly, the step of determining the modified second
motor torque demand may include the steps of (i) inputting
the second maximum motor speed, the second minimum
motor speed, and the second motor speed corresponding to
the second motor into the traction controller; (ii) determin-
ing a third motor speed error from the second maximum
motor speed and the second motor speed; (iii) determining
a fourth motor speed error from the second minimum motor
speed and the second motor speed; (iv) saturating the third
and fourth motor speed errors to obtain third and fourth
motor speed error correction values; (v) selecting a second
particular motor speed error correction value from the third
and fourth motor speed error correction values; (vi) feeding
the second particular motor speed error correction value to
the traction controller; (vii) creating a second torque com-
mand that brings the second particular motor speed error
correction value to zero; and (viii) modifying the current
second motor torque demand by the second torque command
to yield the modified second motor torque demand. The step
of selecting the second particular motor speed error correc-
tion value may include the step of determining if the current
second motor torque demand is positive or negative,
wherein if the current second motor torque demand is
positive then the second particular motor speed error cor-
rection value corresponds to the third motor speed error
correction value, and wherein if the current second motor
torque demand is negative then the particular motor speed
error correction value corresponds to the fourth motor speed
error correction value.

The step of monitoring a plurality of wheel speed sensors
may include the steps of (i) monitoring a first wheel speed
sensor corresponding to a first wheel and monitoring a
second wheel speed sensor corresponding to a second wheel,
where the first and second wheels are coupled to the first
axle; (ii) monitoring a third wheel speed sensor correspond-
ing to a third wheel and monitoring a fourth wheel speed
sensor corresponding to a fourth wheel, where the third and
fourth wheels are coupled to the second axle; (iii) determin-
ing a plurality of wheel speeds corresponding to the plurality
of vehicle wheels; and (iv) comparing the plurality of wheel
speeds to determine the maximum wheel speed and the
minimum wheel speed.

A further understanding of the nature and advantages of
the present invention may be realized by reference to the
remaining portions of the specification and the drawings.

BRIEF DESCRIPTION OF THE DRAWINGS

It should be understood that the accompanying figures are
only meant to illustrate, not limit, the scope of the invention
and should not be considered to be to scale. Additionally, the
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same reference label on different figures should be under-
stood to refer to the same component or a component of
similar functionality.

FIG. 1 illustrates a two-wheel drive implementation of a
torque control system in accordance with the invention;

FIG. 2 illustrates a four-wheel drive implementation of a
torque control system in accordance with the invention;

FIG. 3 illustrates an exemplary slip speed map;

FIG. 4 illustrates the maximum and minimum speed
limits set for the traction control system for a 2wd imple-
mentation of the invention;

FIG. 5 illustrates a 2wd traction controller;

FIG. 6 illustrates the process by which the slip ratio
between the two axles is calculated, thus allowing modifi-
cation of the torque distribution between the front and rear
axles;

FIG. 7 provides an exemplary torque split offset map; and

FIG. 8 illustrates a 4wd traction controller.

DESCRIPTION OF THE SPECIFIC
EMBODIMENTS

IR LI

As used herein, the singular forms “a”, “an” and “the” are
intended to include the plural forms as well, unless the
context clearly indicates otherwise. The terms “comprises”,
“comprising”, “includes”, and/or “including”, as used
herein, specify the presence of stated features, process steps,
operations, elements, and/or components, but do not pre-
clude the presence or addition of one or more other features,
process steps, operations, elements, components, and/or
groups thereof. As used herein, the term “and/or” and the
symbol “/”” are meant to include any and all combinations of
one or more of the associated listed items. Additionally,
while the terms first, second, etc. may be used herein to
describe various steps, calculations, or components, these
steps, calculations, or components should not be limited by
these terms, rather these terms are only used to distinguish
one step, calculation, or component from another. For
example, a first calculation could be termed a second cal-
culation, and, similarly, a first step could be termed a second
step, and, similarly, a first component could be termed a
second component, without departing from the scope of this
disclosure.

FIGS. 1 and 2 illustrate a torque control system in
accordance with the invention with FIG. 1 illustrating a
two-wheel drive (2wd) implementation and FIG. 2 illustrat-
ing a four-wheel drive (4wd) implementation. It should be
understood that the 2wd implementation shown in FIG. 1 is
equally applicable to front wheel and rear wheel drive
systems alike. Note that the control system of the invention
assumes (i) the use of a locking differential(s) and (ii) that
at least one wheel is synchronized with the road, i.e., not
slipping, at all time.

In accordance with the invention, a wheel speed sensor
provides the wheel speed for each wheel of vehicle 100/200.
In particular, sensor 101 provides the wheel speed, LFWw,
of the left front wheel; sensor 102 provides the wheel speed,
RFWw, of the right front wheel; sensor 103 provides the
wheel speed, LRWw, of the left front wheel; and sensor 104
provides the wheel speed, RRWw, of the left front wheel.
Although the data from sensors 101-104 may be provided
directly to the Vehicle Control Unit 105, preferably wheel
speed sensors 101-104 are associated with the vehicle’s
Anti-lock Braking System (ABS) and as such, the wheel
speed data required by VCU 105 may be supplied directly by
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ABS controller 107 as illustrated. In the exemplary embodi-
ment in which wheel speed data is supplied by ABS 107 to
VCU 105, the data is broadcast over the vehicle’s Controller
Area Network (CAN) bus, preferably at a frequency of 100
Hz over signal path 109. The wheel speed data is positive
when the car is moving forward and negative when the car
is reversing.

In vehicle 100, motor 111 is coupled to axle 113 via
differential 115. Preferably differential 115 is a locking
differential, i.e., a differential that may be locked using an
integrated clutch or other means. Energy is supplied to
motor 111 by a battery pack 117. Battery pack 117, which
may be comprised of one or hundreds or thousands of
rechargeable batteries, is preferably also used to supply the
energy necessary for the various vehicle systems that require
electrical power (e.g., lights, entertainment systems, navi-
gation system, etc.). Battery pack 117 is coupled to motor
111 via an inverter 119 and a motor controller 121 that are
used to insure that the energy delivered to drive motor 111
is of the proper form (e.g., correct voltage, current, wave-
form, etc.). In vehicle 200, in addition to motor 111 and the
associated drive train components, a second motor 201 is
coupled to axle 203 via differential 205, which is also
preferably a locking differential. Motor 201 may be coupled
to the same power source, i.e., battery pack 117 as shown,
or a second battery pack. Inverter 207 and motor controller
209 couple the battery pack to motor 201.

Motor controller 121 monitors the current motor speed,
FMow, of motor 111 and provides that data to VCU 105 via
a high speed CAN bus signal line 123, preferably at a
frequency of approximately 1000 Hz. Similarly, motor con-
troller 209 of vehicle 200 provides the current motor speed,
RMuw, of motor 201 to VCU 105 via high speed CAN bus
signal line 211, also at a frequency of approximately 1000
Hz. Motor speed has a positive value when the vehicle is
moving forward and a negative value when the vehicle is
moving backwards.

VCU 105 provides the motor torque command, FMTq, to
motor controller 121 for motor 111 via a high speed CAN
bus signal line 125, preferably at a frequency of approxi-
mately 1000 Hz. Similarly, VCU 105 provides the motor
torque command, RMTq, to motor controller 209 for motor
201 via high speed CAN bus signal line 213, also at a
frequency of approximately 1000 Hz. A positive value for
the motor torque command pushes the vehicle forward while
a negative value for the motor torque command pushes the
vehicle backwards.

In accordance with the invention, the synchronized wheel
speed, SWw, is based on the wheel speed of all four wheels
127-130. If the motor torque is positive, SWw is the mini-
mum of all four wheel speeds. If the motor torque is
negative, SWw is the maximum of all four wheel speeds.
Multiplying the synchronized wheel speed, SWw, by the
transmission ratio, K, of the differential when it is locked
yields the synchronized motor speed, SMw. Note that for the
4wd implementation, the two differentials 115 and 205 may
have different transmission ratios.

Since the synchronized motor speed, SMw, is based on
the synchronized wheel speed, SWw, which is sampled at a
relatively low frequency, e.g., 100 Hz, interpolation is used
to obtain the synchronized motor speed at the desired update
frequency, e.g., 1000 Hz. Therefore assuming a wheel speed
sampling frequency of 100 Hz and a desired synchronized
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motor speed update frequency of 1000 Hz, then SMw at
1000 Hz is given by:

SMw (1000 Hz)=SMuw(k)+(rate)(A?) where

At=time between k and the actual 1000 Hz sample,

rate=[SMw(k)-SMw(k-1)]/0.01,

and k is the wheel speed sampling frequency.

In order to determine when VCU 105 should intervene, a
slip speed map is defined, where the acceptable level of slip
is given by the type of vehicle (e.g., performance, luxury,
SUV, etc.) as well as the design goals for that particular
vehicle. An exemplary slip speed map is shown in FIG. 3 in
which the synchronized motor speed is graphed against slip
speed. Curve 301 defines the maximum acceptable wheel
slip. Above this line, VCU 105 intervenes. Region 303,
shown in FIG. 3, is the system base slip. Note that M refers
to the motor speed (as opposed to the synchronized motor
speed).

FIG. 4 illustrates the maximum and minimum speed
limits set for the traction control system of the invention for
a 2wd implementation such as that shown in FIG. 1. The
wheel speed from sensors 101-104 are monitored and com-
pared, with the maximum wheel speed 401 and the mini-
mum wheel speed 403 being output in 405. If motor 111 is
producing a positive torque, determined in 407, then switch
409 selects the minimum (403) of all four wheel speeds as
the synchronized wheel speed, SWw. If motor 111 is pro-
ducing a negative torque, determined in 407, then switch
409 selects the maximum (401) of all four wheel speeds as
the synchronized wheel speed, SWw. Multiplying the syn-
chronized wheel speed, SWw, selected by switch 409 by the
transmission ratio of the differential (411) yields the syn-
chronized motor speed, SMw, at 100 Hz. Next, interpolation
(413) is used to translate the synchronized motor speed at
100 Hz to the synchronized motor speed at 1000 Hz.

Based on the motor synchronized speed at 1000 Hz as
well as the slip map (415), the maximum (417) and mini-
mum (419) motor speeds are defined. The maximum (417)
and minimum (419) motor speeds are then sent to the 2wd
traction controller shown in FIG. 5. The traction controller
modifies the motor torque demand MTq (501) in accordance
with the motor speed Mw (503), the motor maximum speed
error (505), and the motor minimum speed error (506). If the
input to 507 is positive, then it outputs a value of 0, while
if the input to 507 is negative, the output value is equal to
the input value. Similarly, if the input to 509 is negative, then
it outputs a value of 0, while if the input to 509 is positive,
the output value is equal to the input value.

Next, it is determined whether the motor torque demand
501 is positive or negative. If the motor torque demand 501
is positive, as determined in 511, then switch 513 selects the
motor maximum speed error correction value (515) as its
output. If the motor torque demand 501 is negative, as
determined in 511, then switch 513 selects the motor mini-
mum speed error correction value (517) as its output. Lastly,
the selected motor speed error correction value is sent to a
traction controller 519, which outputs a torque correction
command to bring the motor speed error correction value to
zero in order to yield the modified motor torque demand,
MMTq (521).

In the 4wd implementation of the invention (e.g., FIG. 2),
in those situations in which the front and rear wheels/axles
experience different levels of traction, the disclosed traction
control system also determines the optimum distribution of
torque between front axle 113 and rear axle 203. Thus, for
example, if traction is lost on the rear axle, the traction
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controller will limit the torque applied to the rear axle and
increase the torque applied to the front axle.

The modification of the torque distribution between the
front and rear axles is accomplished by calculating the slip
ratio between the two axles. As shown in FIG. 6, when the
driver depresses the pedal (601), a torque map (603) deter-
mines the corresponding total torque demand (605) placed
on the vehicle’s drive trains. A torque split map (607)
determines the optimal torque split between the front and
rear axles based on normal, i.e., non-slip, conditions. Torque
map 603 and torque split map 607 are defined by the
vehicle’s manufacturer and are based on the capabilities of
the front and rear drive trains as well as the performance
goals for the vehicle.

In order to determine the extent to which the torque
applied to the front and rear axles must be modified from
that provided by torque split map 607, the axle speed
difference ratio (609) between the rear and front axles is
determined (611). Ratio 609 is based on the rear motor speed
613, the front motor sped 615, the transmission ratio of the
front differential 617 and the transmission ratio of the rear
differential 619. The resultant ratio 609 is applied to a torque
split offset map 621 that defines how the torque is transferred
between the axles based on the current slip ratio. FIG. 7
illustrates an exemplary torque split offset map 621, where
the exact shape of the map is given by the desired design and
performance characteristics of the vehicle. In the example
shown in FIG. 7, a slip ratio of 0 results in no difference
between the torque applied to the front and rear axles. In step
623, if the input is less than O then the output is equal to 0;
if the input is between 0 and 1 then the output is equal to the
input; and if the input is greater than 1 then the output is
equal to 1.

The output of the system shown in FIG. 6 is a front motor
torque demand, FMTq demand (625) and a rear motor
torque demand, RMTq demand (627). Once the front and
rear motor torque demands 625/627 are defined, a pair of
traction controllers like that described in FIG. 6 is used as
illustrated in FIG. 8.

Systems and methods have been described in general
terms as an aid to understanding details of the invention. In
some instances, well-known structures, materials, and/or
operations have not been specifically shown or described in
detail to avoid obscuring aspects of the invention. In other
instances, specific details have been given in order to
provide a thorough understanding of the invention. One
skilled in the relevant art will recognize that the invention
may be embodied in other specific forms, for example to
adapt to a particular system or apparatus or situation or
material or component, without departing from the spirit or
essential characteristics thereof. Therefore the disclosures
and descriptions herein are intended to be illustrative, but
not limiting, of the scope of the invention.

What is claimed is:

1. A method of providing traction control in an electric
vehicle, wherein the electric vehicle is comprised of a first
motor coupled to a first axle via a first locking differential
and a second motor coupled to a second axle via a second
locking differential, the method comprising:

monitoring a plurality of wheel speed sensors correspond-

ing to a plurality of vehicle wheels;

determining a maximum wheel speed corresponding to

said plurality of vehicle wheels;

determining a minimum wheel speed corresponding to

said plurality of vehicle wheels;

determining a first maximum motor speed and a first

minimum motor speed corresponding to said first
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motor, wherein said first maximum motor speed and
said first minimum motor speed are based on said
maximum wheel speed and said minimum wheel speed
and a first slip speed map;

determining a second maximum motor speed and a sec-

ond minimum motor speed corresponding to said sec-
ond motor, wherein said second maximum motor speed
and said second minimum motor speed are based on
said maximum wheel speed and said minimum wheel
speed and a second slip speed map;

determining a torque distribution between said first axle

and said second axle;
determining a modified first motor torque demand corre-
sponding to said first motor, wherein said modified first
motor torque demand is based on said first maximum
motor speed, said first minimum motor speed, a first
motor speed and said torque distribution; and

determining a modified second motor torque demand
corresponding to said second motor, wherein said
modified second motor torque demand is based on said
second maximum motor speed, said second minimum
motor speed, a second motor speed and said torque
distribution.

2. The method of claim 1, said step of determining said
first maximum motor speed and said first minimum motor
speed further comprising:

monitoring a first torque value corresponding to said first

motor;
selecting a first synchronized wheel speed from said
maximum and minimum wheel speeds, wherein said
minimum wheel speed is selected as said first synchro-
nized wheel speed if said first torque value for said first
motor is positive, and wherein said maximum wheel
speed is selected as said first synchronized wheel speed
if said first torque value for said first motor is negative;

multiplying said first synchronized wheel speed by a first
transmission ratio to yield a first synchronized motor
speed, wherein said first transmission ratio corresponds
to said first locking differential, and wherein said first
synchronized motor speed is at a first sample fre-
quency;

translating said first synchronized motor speed to a second

synchronized motor speed, wherein said second syn-
chronized motor speed is at a second sample frequency,
and wherein said second sample frequency is higher
than said first sample frequency; and

defining said first maximum motor speed and said first

minimum motor speed from said second synchronized
motor speed and said first slip speed map.

3. The method of claim 2, further comprising defining said
first transmission ratio when said first locking differential is
locked.

4. The method of claim 2, wherein said first sample
frequency is approximately 100 Hz.

5. The method of claim 2, wherein said second sample
frequency is approximately 1000 Hz.

6. The method of claim 2, said translating step further
comprising interpolating said first synchronized motor speed
to generate said second synchronized motor speed.

7. The method of claim 2, further comprising defining said
first slip speed map, wherein said first slip speed map defines
a first maximum acceptable wheel slip.

8. The method of claim 2, said step of determining said
second maximum motor speed and said second minimum
motor speed further comprising:

monitoring a second torque value corresponding to said

second motor;
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selecting a second synchronized wheel speed from second
maximum and second minimum wheel speeds, wherein
said second minimum wheel speed is selected as said
second synchronized wheel speed if said second torque
value for said second motor is positive, and wherein
said second maximum wheel speed is selected as said
second synchronized wheel speed if said second torque
value for said second motor is negative;

multiplying said second synchronized wheel speed by a

second transmission ratio to yield a third synchronized
motor speed, wherein said second transmission ratio
corresponds to said second locking differential, and
wherein said third synchronized motor speed is at a
third sample frequency;

translating said third synchronized motor speed to a fourth

synchronized motor speed, wherein said fourth syn-
chronized motor speed is at a fourth sample frequency,
and wherein said fourth sample frequency is higher
than said third sample frequency; and

defining said second maximum motor speed and said

second minimum motor speed from said fourth syn-
chronized motor speed and said second slip speed map.
9. The method of claim 8, further comprising defining said
second transmission ratio when said second locking differ-
ential is locked.
10. The method of claim 8, wherein said third sample
frequency is approximately 100 Hz.
11. The method of claim 8, wherein said fourth sample
frequency is approximately 1000 Hz.
12. The method of claim 8, said translating step further
comprising interpolating said third synchronized motor
speed to generate said fourth synchronized motor speed.
13. The method of claim 8, further comprising defining
said second slip speed map, wherein said second slip speed
map defines a second maximum acceptable wheel slip.
14. The method of claim 8, wherein said first transmission
ratio is equivalent to said second transmission ratio.
15. The method of claim 8, wherein said first slip speed
map is equivalent to said second slip speed map.
16. The method of claim 1, said step of determining said
torque distribution between said first axle and said second
axle further comprising:
determining a torque request;
determining an initial first motor torque demand and an
initial second motor torque demand based on said
torque request and a predefined torque split map;

determining a slip ratio between said first axle and said
second axle;

determining an optimized torque split from said slip ratio

and a predefined torque split offset map; and

determining a current first motor torque demand and a

current second motor torque demand based on said
torque request and said optimized torque split.

17. The method of claim 1, said step of determining said
modified first motor torque demand further comprising:

inputting said first maximum motor speed, said first

minimum motor speed, and said first motor speed
corresponding to said first motor into a traction con-
troller;

determining a first motor speed error from said first

maximum motor speed and said first motor speed;
determining a second motor speed error from said first
minimum motor speed and said first motor speed;
saturating said first motor speed error to obtain a first
motor speed error correction value;

saturating said second motor speed error to obtain a

second motor speed error correction value;
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selecting a first particular motor speed error correction
value from said first and second motor speed error
correction values;

feeding said first particular motor speed error correction

value to said traction controller;

creating a first torque correction command that brings said

first particular motor speed error correction value to
zero, wherein said step of creating said first torque
correction command is performed by said traction
controller;

determining a current first motor torque demand; and

modifying said current first motor torque demand by said

first torque correction command to yield said modified
first motor torque demand.

18. The method of claim 17, said step of selecting said
first particular motor speed error correction value further
comprising determining if said current first motor torque
demand is positive or negative, wherein if said current first
motor torque demand is positive then said first particular
motor speed error correction value corresponds to said first
motor speed error correction value, and wherein if said
current first motor torque demand is negative then said
particular motor speed error correction value corresponds to
said second motor speed error correction value.

19. The method of claim 17, said step of determining said
modified second motor torque demand further comprising:

inputting said second maximum motor speed, said second

minimum motor speed, and said second motor speed
corresponding to said second motor into said traction
controller;

determining a third motor speed error from said second

maximum motor speed and said second motor speed;
determining a fourth motor speed error from said second
minimum motor speed and said second motor speed;
saturating said third motor speed error to obtain a third
motor speed error correction value;

saturating said fourth motor speed error to obtain a fourth

motor speed error correction value;

selecting a second particular motor speed error correction

value from said first and second motor speed error
correction values;
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feeding said second particular motor speed error correc-

tion value to said traction controller;

creating a second torque correction command that brings

said second particular motor speed error correction
value to zero, wherein said step of creating said second
torque correction command is performed by said trac-
tion controller;

determining a current second motor torque demand; and

modifying said current second motor torque demand by

said second torque correction command to yield a
modified second motor torque demand.

20. The method of claim 19, said step of selecting said
second particular motor speed error correction value further
comprising determining if said current second motor torque
demand is positive or negative, wherein if said current
second motor torque demand is positive then said second
particular motor speed error correction value corresponds to
said third motor speed error correction value, and wherein if
said current first motor torque demand is negative then said
particular motor speed error correction value corresponds to
said fourth motor speed error correction value.

21. The method of claim 1, said step of monitoring a
plurality of wheel speed sensors further comprising moni-
toring a first wheel speed sensor corresponding to a first
wheel coupled to said first axle, monitoring a second wheel
speed sensor corresponding to a second wheel coupled to
said first axle, monitoring a third wheel speed sensor cor-
responding to a third wheel coupled to said second axle, and
monitoring a fourth wheel speed sensor corresponding to a
fourth wheel coupled to said second axle.

22. The method of claim 1, said step of monitoring a
plurality of wheel speed sensors further comprising deter-
mining a plurality of wheel speeds corresponding to said
plurality of vehicle wheels, and comparing said plurality of
wheel speeds to determine said maximum wheel speed and
said minimum wheel speed.

23. The method of claim 1, wherein said plurality of
wheel speed sensors correspond to a plurality of anti-lock
braking system (ABS) wheel speed sensors.
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